ABSTRACT
INTRODUCTION
It is taken for granted that the safety in road transport depends on three underlying elements -driver, vehicle, and environment-standing for the conditions on the road. These factors are interrelated and form the groundwork for achieving better safety. The comprehensiveness and integrity of all elements, and primarily their concurrence is the prerequisite for improving the level of road safety. In fact, this is the goal Promet The responsibility for maintaining the optimal condition of traffic infrastructure rests on the managing authority (the State or Municipalities). For vehicles, the technical requirements are defined by regulations that apply to type-approval (homologation), roadworthiness tests or preventive check-ups, and other technical standards regulating this area. In the concern for the professional driver -the most relevant factor for road safety, there is a number of various influences and interests that directly affect the method and quantity of work of professional drivers involved in road transport. There is an interplay of requirements in respect of the organization of working time in order to assure the required psychophysical profile of the driver on the one hand, and the tendency (or rather necessity) for achieving the highest possible employment (utilization) of the fleet on the other hand -thereby increasing the drivers' workload -as an aftermath of competition in the transportation market. It is therefore necessary to balance these wide-ranging interests in view of protecting the health of drivers, which is so closely interrelated with safety on the road.
According to the Census of population, households and housings in 2002, the number of registered drivers, operators of transport mechanisation and machines (Slovenian nationals) was 34,251 1 . During the ten-year term between 1998 and 2007, the number of commercial vehicles increased by 4% on average in the Republic of Slovenia ( Figure 1 ) and reached 71,221 vehicles in 2007. Assuming that on the average, each registered vehicle needs at least one driver, it is estimated that more than 70,000 drivers of commercial vehicles should be acting (registered), which additionally supports these problematic issues. Unlike most professions, the nature of work of professional drivers in road transport does not enable a regular (evenly spread) scheduling and an even distribution of working hours during their work (performing the services). Numerous elements affect the fragmentation of the working day of a driver, which the organizer of road transport has to bear in mind, in particular:
customer's (the ordering party) demand for punctuality regarding the collection of goods, -consignee's demand for punctuality of delivery of goods/consignment, -weather situation, -unforeseeable traffic hold-ups and congestions on roads, -activities required at the collection/ delivery point, arranging other administrative issues (procedures at border crossing and similar).
Subject of research, research purposes and goals, scientific hypothesis
European Union regulations (orders and directives) represent the common legal frame for the arrangement of the current state in different areas. Its purpose is to establish the unique origins for non-discriminate and comparable regulation of defined area in all member states. In accordance with the established principles, the European legislation is transformed into national legislation, where based on local circumstances the essential measure is ordered. Traffic safety assurance is one of the most important areas of national legislation. After legislation is accepted, the application of legal measures must be made. To avoid unexpected problems due to legislation application in real environment some additional researches regarding local characteristics have to be made. The subject of the presented research is to define the sense and impacts of European Commission regulation (EC 62 No. 561/2006) on Slovenian national transportation economy.
The research purposes are to recognize the sense and impact of the Commission order on the exploitation method of the drivers working time, to investigate the possible ways to adapt the planning drivers working time process (fleet management) and to contribute to development the transportation economy. The research goal is to make the mentioned transition easier and simpler and to guarantee that demands and expectations of all the social partners could be taken into consideration.
The key research guidance is the scientific hypothesis which runs as follows: "Carrying the demands of European Commission regulation (EC No. 561 /2006) into effect has a significant importance for traffic safety and to guarantee the relevant (social) safety of the key subject of road transportation economy".
In the frame of the mentioned scientific hypothesis, the following questions are taken into consideration: -Why is the limitation of drivers working time important? -What are the key conditions for regulating the driver social status? -Which impacts could be expected on the area of drivers working time planning? and -How to control the realisation of positive legislation demands?
WHY RESTRICTIONS IN DRIVERS'
WORKING TIME?
The interest of employers is based on the economy -employment of their vehicles and technical means to the greatest extent possible, which means as long working hours as possible. The use of a vehicle/ means of transport directly depends on its operator, i. e. an individual driver. In the production industries, work 
Figure 2 -Conflict of interest between Employers and Drivers
Source: Author time is scheduled and limited to shifts, a definite number of working hours per week or month. On the other hand, the characteristics of the services involved in road transport, as mentioned above, cannot bear any restrictions of that kind and hence cannot be applied to drivers. The driver's work is not only drivingthe journey, but involves many other indispensable activities that take place during the work time of the individual worker and that are necessary for the execution of the transport by road. It concerns the idle time a professional driver spends during individual manipulations or the time used in arranging obligatory administrative formalities with the Customs Administration, which are part of the work time of each individual. Moreover, it should be noted that driving-operating the vehicle in road traffic -demands complex psycho-physical activities, as well as the requirement for 'active period' compliance, i. e. sufficient rest times for physical regeneration and thereby the readiness of the driver for safe operation of the vehicle after resting.
As the professional driver's work cannot be determined in advance and converted into standard work schedule, regulations were prepared that regulated this segment in a rather flexible way that was acceptable to both, the employer and the driver. The interest of the former for the longest exploitation time of vehicle possible was met by a counterbalance that followed the interest protecting the drivers' health and establishing suitable work environment for them. Sufficient, but first and foremost correctly scheduled rest in terms of time, are the underlying facts for good health condition of drivers during their work. Certain "Regulations or Rules" were adopted long ago (the Convention Regulating the Working and Rest Times for Drivers (AETR), the Regulation No. 3820/85 2 , the Regulation 3821/85 3 and other) regulating the permitted number of driving hours and mandatory rest periods for professional drivers and mandatory equipment for commercial vehicles. These restrictions aimed at achieving the required psychophysical readiness of the driver, which has an immediate influence on his rational acting and handling at the wheel and thereby contributing to a better safety on the road. The purpose of such regulations was to protect the driver's health over his entire service life. We need to be aware that driving is a complex and demanding activity; the nature of work, physical and psychical load on the driver often results in disability from work. Workload above the permitted extent, lasting over many years, can only add to the harmful effect on the health of an individual driver, and raise the probability of detrimental health defects. The disabled fall to the burden of the whole society, not only the respective legal entities from which the disability from work may result.
REGULATION REQUIREMENTS REGARDING SCOPE OF WORK AND STATUS OF DRIVERS
Some underlying prerequisites for achieving adequate work conditions for drivers and supporting personnel need to be satisfied: -preparation of regulations (social protection and labour legislation);
-adequate measures in the area of fleet management (technical means for recording actual activity of the driver), and appropriate supervision and sanctions against offenders. The authorities responsible for regulating this complex area were well aware of these facts, so they spent much time preparing a solution that would present the driver's work in a systemic and objective way, and protect against violations on the part of users. The occurrence of digital tachographs (as the basic underlying equipment for the fleet management concept) and a comprehensive upgrading of social legislation and administrative elements, such as the protected user cards, brought about a major contribution towards regulating this critical area.
In Slovenia, an important step forward towards the preparation of legislation on drivers The preparation of adequate legislation is the pre-condition for starting to regulate any area that the legislator wishes to accomplish. Of course, this is just the necessary condition, not the sufficient requirement. In practice, the implementation of the provisions adopted is only possible when a network of interactive links has been established by the supervisory bodies and enabled a factual operational condition in a given area. Figure 3 shows a matrix with the dependency of adequately prepared legislation and the mode of work of supervisory bodies in achieving the prescribed mode of work in any given area.
DRIVER'S WORK PLANNING
The legislation regulating the working time of mobile workers (drivers) places a greater emphasis on the entire working time and not just on the hours of driving, which are integral parts of the working time. It actually prescribes that the driver's work be evaluated according to the hours invested in work process and not just based on the hours of actual driving. Numerous disagreements between Employers and Representatives of drivers were known in the past and emerged on different evaluation of the hours of work performed.
Regulation 561/06 places more emphasis on the length of the weekly rest periods of drivers, as well as on the actual utilization of reduced (shorter) weekly rest periods. Highlighted are periods oflonger one-off rest period in which a driver can better regenerate for further work. It is known that a reduced daily rest period is no longer being compensated under the new regulation. Instead, it is prescribed that the driver must use his entire weekly rest period ( 45 hours) every second week, and in between he can use the reduced weekly rest period between 24 and 45 hours.
These changes certainly have an impact on the practices applied in drivers' work planning and also on the planning of availability of the vehicle. Particular attention should be dedicated to the planning of longer rest periods of the driver that are directly linked to the permitted hours of driving in any two weeks-limited to 90 hours. Owing to a cyclic occurrence of the weekly rest period there are, in principle, two options: -balancing the number of driving hours during each week to ea. 40-50 hours and acting in line with the demand not to reduce the shortened weekly rest period in between too much -aiming to avoid too frequent requests for compensation of unused hours of weekly rest ( Figure 4) ; -using the maximum number of hours of driving in one week, and then using the remaining time of the shortened weekly rest period during the other week with less driving hours scheduled-see Figure 5 . The rule that the unused hours of weekly rest period need to be used with any 9-hour rest period within the time limit of three weeks aggravates the planning of driver's availability. If that happens regularly and insufficient attention is paid to that issue, it may often occur that the time limit for compensation will expire. Therefore, I find the first option slightly more appropriate, when the availability is planned on each fully used weekly rest period of a driver.
These are only two roughly framed options: each carrier will seek the most suitable mode of planning for itself, depending on the demand. Compliance with the carry-forward and actual utilisation of unused weekly rest periods on a current basis will become a fairly demanding task for each carrier. Planning of driver's work will become one of the more relevant elements in the planning of a transport service in terms of time and costs. It can be expected that some indicators of physical utilisation of the fleet (truck-accounting day) will deteriorate. As a result, the costs of transport services will rise and that can only be achieved by joint effort and unified approach of all road carriers appealing to their customers towards a compromise, understanding their position in the newly created operating environment. In addition, it introduced the novelty for drivers of commercial vehicles who still use analogue tachographs: with effect from 1 January 2008 they need to carry in their cockpit the number of obligatory record sheets for the tachograph covering the same period of time as the activities of the driver are recorded on the driver's card in a digital tachograph. The chronology of key events and outcomes of introducing social legislation in road transport is shown in Figure 6 .
The Regulation was adopted due to the fact that the effectiveness of the control over professional drivers in road traffic and taking the required measures on the offenders are not at a satisfactory level. The latter generally applies to the entire European segment of road transport. Therefore, introducing the digital tachographs aimed at restricting the malpractices in driving hours and rest periods in view of protecting the health of professional drivers and thereby to raise the level of safety in road traffic.
The digital tachograph is not only a mere piece of basic technical equipment that allows the organizer of road transports to control the driver and improve the efficiency of its fleet management, but rather the key equipment to provide social security to professional drivers whose scope of work has to be restricted to an acceptable level in order to assure traffic safety. The latter is determined by consensus of all social partners in this economic area. 
CONCLUSION
The introduction of digital tachographs will reflect in several aspects in outcome on multiple levels, affecting the work of both haulers and inspection authorities. Despite the abundance of technical and other changes already introduced in the area of road transport, the digital tachograph represents such a change as no other novelty has brought about to date. In terms of cost, this novelty is not problematic -it only introduces a new device at a negligibly higher cost of purchase compared with the analogue tachograph. Much more relevant is the impact on the work of professional drivers and on the planning of transport process, which reflects on the cost side of the carrier's operation.
Along the introduction of digital tachographs, we need to mention the problematic issue of this deficient profession -a chronic shortage of drivers over several years. In part, this was addressed by employing the drivers from other countries, and partly by imposing a higher workload on the existing employees. That will no longer be practicable in the same scope and manner as it has been to date. The driver's profession has lost some of its attraction, compared with the previous years, on the account of earnings, which are no longer such as to attract young people to become professional drivers. What is more, the time spent on route away from the driver's home and family is an unfavourable side-effect. Accordingly, many potential drivers opt for a less paid work with more free time to 66 be used at their option. Hopefully, the provisions of Regulation No. 561/2006 that place emphasis on longer weekly rest periods may bring some favourable response from potential candidates for this profession. The assurance that the driver will be able to spend several weekends at home may be encouraging and make this profession more attractive.
The introduction of digital tachographs and the stricter supervision over the professional drivers may become an opportunity for the haulers to approach the market jointly, take part in negotiations with their customers and achieve a raise in their freight rates. The latter were formed in the past when work could be done in a "slightly" different way than it is required for the future. First of all, this new approach will have to be accepted by the carriers. Nevertheless, we are moving towards the time when the compliance with Regulation No. 561/2005 will be binding on all carriers and become the general rule for the work of professional drivers. We need to accept this fact. It is only after the carriers have accepted this principle that their customers will be able to follow and adopt it. Of course, such changes cannot happen over night-they need certain time for the implementation of novelty in practice.
The performed research report shows that the systematic approach to regulate the area of national transportation regulation is essential; positive European regulation is the important guidance. The mentioned approach could have important impact on the driver's social safety and on traffic safety consequently. It could be stated that the scientific hypothesis has been proven. 
